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Notes on Units and Measurement

There is a need to explain the units of measurement used throughout the book. For accuracy of the story, I have used the units of measurement in the sources that I have relied upon. The following are some conversions which may help to convert the more well-known units throughout this book:

Length

1 centimetre equals 0.3937 inches

1 metre equals 3.28 feet

1 nautical mile (Nm) equals 1.852 kilometres

1 Fathom equals 6 feet

1 cable equals 0.1 of a nautical mile

Angles

1 point equals 11.25 degrees

Mass

1 kilogram equals 2.204 pounds

1 tonne (metric unit) equals 1.1023 tons (imperial units)

1 hundred weight (cwt) equals 50.8 kilograms

Temperature

To convert ° Fahrenheit into °Celsius, subtract 32 and then divide by 1.8.

Time

Time is expressed in a 24 hour notation (e.g. 0001-2359) or as AM or PM.

Zulu time is –10 hours from Australian Eastern Standard Time

Power

1 horsepower equals 0.75 kilowatts


Preface

The year was 1994, and until then my Naval Reserve career had been spent as an engineering sailor on Patrol Boats and Landing Craft Heavy. Since the demise of the Naval Reserves Melbourne Port Division, postings to ships had become harder to obtain, and there was an offer to join the Mine Warfare Group 54 instead. It seemed a good opportunity to use my civilian skills as an Explosive Ordnance Technician in mine warfare.

Early in the transition to the mine warfare world, on a fine sunny November Sunday morning, I wore a crisp white Petty Officer’s S1 uniform. I had never worn this uniform. Having always worked in diesel-scented overalls, wearing the formal uniform was a novelty. The occasion was a memorial dedication – a service for a Navy ship sunk long ago.

The parade started with the formed squad marching down the main street of Queenscliff, coming to the halt at the picturesque lookout behind the fort, overlooking the entrance to Port Phillip bay known as the Rip.

I admit to having no prior knowledge of the circumstances of the memorial, but took enough notice of what an elderly gentleman from the Corvette Association and Queenscliff Branch of the RSL had to say. It turned out that the memorial was for a small Navy ship that was lost in 1940 along with her whole ship’s company. Listening to the story, I thought, this is a tragic but unlikely story.

The story was that HMAS Goorangai had been minesweeping in Bass Strait early in World War II. Goorangai returned to Queenscliff in Port Phillip Bay for resupply, then anchored off Queenscliff. At approximately 2030 on November 20, 1940, Goorangai proceeded to a different anchorage through the South Channel without navigation lights displayed. During this transit, Goorangai collided with the Motor Vessel Duntroon.

Not being a seamanship sailor or knowing much about maritime rules of the road, it seemed at the very least that Duntroon might have shared some responsibility – yet all blame appeared to have been placed on Goorangai.

In 2007, the Goorangai memorial at Queenscliff was going ahead as usual. My colleagues in Mine Warfare 54 Group marched, and I attended, but not in uniform this time. The usual interested Queenscliff locals and tourists swelled the numbers of onlookers. I spoke with an elderly professional fisherman. He was a rough diamond in his 80s. His skin was tanned and weathered from a lifetime outdoors. His scarred and bare footedness evidenced the tough life of a fisherman. He said he was the last couta boat man left in Queenscliff, having been fishing earlier that day and every day in the last week.

Further conversation revealed his involvement in the rescue effort after Goorangai and Duntroon collided. As a teenager, he had been part of the Queenscliff lifeboat crew searching for survivors that night. The conversation put further doubt in my mind about the circumstances of the collision and the accuracy of the common story.

Over the years, my interest in seamanship and navigation grew through my ongoing work in mine warfare. Eventually, I used recreation leave to study full-time for my Master 5 Certificate. At subsequent attendance at Goorangai memorials I was reminded of the unlikely collision story.

In 2013, during long service leave before early retirement, I decided to investigate the Goorangai story in detail. With plans for volunteer work already underway, I visited the National Archives of Australia in Melbourne and the State Library of Victoria’s newspaper archive. When reviewing the archival material, there proved to be much more than the accepted account suggested. I also visited the graves of the recovered sailors and was surprised to find that one had been buried in a pauper’s grave.

When reporting this to the Commonwealth War Graves Commission I was advised that such a grave did not exist. My immediate action was to return to the unmarked site and placed a laminated notice on a stick identifying it as the resting place of an unknown sailor from Goorangai, with a verse from the sailor’s hymn.

I then had two self-imposed tasks:

• To have the sailor’s grave marked and acknowledged by the Commonwealth War Graves Commission, and

• To correct the general HMAS Goorangai / MV Duntroon collision story.

This book grew from that pursuit – a determination to understand what really happened to Goorangai and her crew, and to see that their service is remembered not through myth or oversight, but through fact, respect and understanding.


INTRODUCTION

It was a hot midweek November morning at Victoria Dock, Melbourne, 1940 when Captain Ignatius Lloyd, captain of the Motor Vessel Duntroon, entered the officers’ mess pre-sailing meeting to finalise arrangements for the sailing of their ship, scheduled for later that day. Lloyd needed to confirm that the additional cargo and passenger list were included in the ship manifest to be sent to the Melbourne Steamship offices in King Street. He also needed to confer with his first officer and chief engineer that all was good for their departure at 1730. Mindful of the presence of a German raider in Bass Strait in the past weeks, at midday Lloyd had received his sealed Naval Control of Shipping orders and instructions, such as mine cleared routes in Bass Strait, from Victoria Barracks in St Kilda Road.

The ship was just completing its loading while the crew with leave returned during the afternoon to prepare for sea. Melbourne was the home port of the Duntroon, and although only in port for a matter of hours, many of the crew, including Lloyd, had gone home overnight. The more boisterous members of the crew made the most of their overnight leave doing what sailors do in the city.

Meanwhile, just 100 kilometres south of Melbourne as the crow flies, at the sleepy fishing town of Queenscliff, a small steamship lay quietly at a temporary anchorage behind the point shadowed by the black lighthouse at Shortlands Bluff. The ship was the converted trawler HMAS Goorangai. The Goorangai’s fit-out to become a “warship” was minimalist. The ship’s master, Warrant Officer David McGregor, a jovial man with a thick northern English accent, had spent a lifetime at sea, mainly as a fisherman but had also served in warships during World War I. He had been the skipper of the Goorangai as a civilian, and was ever aware of his warship’s important role while being also aware of the pressures placed on his ship’s company while carrying out the dangerous role of minesweeping. The ship’s company had had a hard couple of weeks minesweeping in Bass Strait. The weather was appallingly rough, and the ship’s company needed to be “on the ball” as the live mines they swept could at any time have swung off the sweep and sunk their ship.

The Goorangai was making a short stop at Queenscliff for the day in order to resupply with fresh food. McGregor had sent ashore Monty Madden, a cook, and Bruce Buchanan, a steward, to pick up the food from the town after arrangements were made with the supply officer stationed at the nearby Swan Island Armaments Depot. With the resupply requiring the use of the ship’s boat, other members of the crew had the opportunity to step ashore for a short time. It was almost necessary to carry additional people in the ship’s boat, to share the rowing and bail water out as they rowed because the boat was in such bad condition. Apart from the novelty of stepping ashore, McGregor gave his ship’s company permission to visit the Royal Hotel to use their hot water for bathing as the ship was fitted with just one seawater shower. It also gave them the opportunity to get an old copy of the previous weekend’s Age newspaper which they had featured in, so the sailors could return to the ship and “rib” each other about their newfound stardom.

Additional to the resupply of food was the changeover of one crew member. In the days leading up to the Goorangai’s last departure from Williamstown, Able Seaman Bob Gay injured his foot when he kicked a nail protruding from the ship’s deck. The injury was slow to heal and eventually became infected, which required Bob to draft off the ship and be placed in hospital for a week. This left the ship short-handed with Petty Officer Frank Wadds determined to have a replacement sailor as minesweeping work was physically demanding and required the whole ship’s company, to be fit and healthy. The ship initially sailed short-handed, but a scratch replacement was found in Ordinary Seaman Frank Hack, who was posted to the Goorangai while she was at Queenscliff.

In Melbourne at 1700, Victoria Dock came alive on the water as tug boats including the James Paterson arriving to assist Duntroon from her moorings and swing her so she could motor along the Yarra River and through the port under her own power. Once past Williamstown and then Gellibrand Light, she proceeded across Port Phillip bay to Hovell Beacon, which marked the northern extremity of the South Channel, at 2000. While Duntroon was in transit across the bay the weather was changing as the sun set behind the You Yangs range.

As Duntroon entered the South Channel, things were busily being done on the Goorangai at Queenscliff. With the change in the weather, there was a need for Goorangai to move to her proper anchorage across the bay to near Portsea as she would have been a continuing worry to the fishing fleet if she were to drag her anchor in her position at Queenscliff. Rousing the ship’s company, at about 1700, Chief Charlie Green had his stokers raise steam, while Frank Wadds had the forecastle team of seamen organised to raise the anchor with the manual capstan winch for a 2000 departure. While departing, the movement of Goorangai’s navigation lights alerted the watchkeepers at the Port War Signalling Service (PWSS) at Point Lonsdale of her intending move. The transit from Queenscliff was slow for the Goorangai, as she had a top speed of just 9.5 knots while the fast ebbing tide of 5 knots was working against her move, resulting in her top speed being significantly reduced.

Duntroon proceeded in the darkness, making her way at top speed with a following ebb tide along the South Channel. Captain Lloyd, his first officer, and another watch officer were on the bridge while entering the channel. Lloyd sent one officer away to close down all the lighting in the ship in preparation for a darkened ship state outside the bay. Shortly after, Lloyd sent the other officer away to decode a telegraphic signal. Lloyd was conning the ship alone, and Goorangai‘s lights were observed off Duntroon’s starboard side but Lloyd had wrongly interpreted this as a vessel Duntroon was overtaking. Duntroon proceeded until she approached very close to the Goorangai, whose true course was now seen, across the Duntroon’s bow with Duntroon as the designated giving way ship. To Lloyd’s horror, he was on a collision course with Goorangai. He made some course changes and engine movement orders, but the ship’s speed and close proximity to Goorangai nevertheless sealed the minesweeper’s fate minutes before the collision.

On Goorangai, Duntroon’s darkened form was not visible until about the same time as Lloyd determined the collision course. The feelings of those Goorangai sailors present in and above the bridge and in the forecastle party who could see what was about to occur are hardly imaginable. Bravely, the slow moving Goorangai tried to avoid the collision while McGregor held his nerve, ordering one of his lookouts to warn those in the after mess of the pending collision and sending his first officer to alert those on the upper-deck forward. Signalman Jack Dungey and his Ordinary Signalman Colin Cox were on the roof of the bridge, signalling the PWSS on both sides of the Rip when they also saw Duntroon appear from the darkness. Armed with only a portable low powered lamp, they attempted to alert the on-coming vessel of Goorangai’s presence by directing a continuous light beam with their signal lamp at the Duntroon’s bridge.

The collision saw the sharp and steely bow of the Duntroon strike Goorangai port side midships between the bridge and the funnel, where it stretched and tore open the starboard side of the smaller ship’s boiler room. The Goorangai sank in less than a minute. After the collision, the Duntroon signalled the PWSS that a collision had occurred. The Duntroon also lowered two life boats and searched for survivors. After an hour of searching, the Duntroon collected her boats and turned in the channel to return to Williamstown to have her bow repaired. The search for survivors was continued by others but with no success.

In the week following the collision, an attempt was made to salvage Goorangai. During that effort, a near disaster occurred when explosive ordnance was mishandled – a reminder of how perilous the operation already was. Changes to salvage methods in the final phase of recovery also resulted in the loss of vital physical evidence from the wreck. Of the 24 men aboard, only six were recovered. One sailor was buried unidentified, his grave unmarked and unrecorded.

A Marine Board of Inquiry followed, charging Duntroon’s captain, Charles Lloyd, on three counts. The proceedings and the inquiry’s findings would later raise as many questions as they answered. Decades on, debate continues over the treatment of the wreck as a war grave, and over the unidentified sailor whose resting place at Williamstown was discovered only by chance.

That, in outline, is the familiar story. But archival records, when read alongside technical evidence and first-hand testimony, reveal something more complex. The official account – shaped in part by wartime secrecy, limited access to evidence, and the commercial interests of those involved – left gaps that have persisted for more than eighty years.

This book re-examines those gaps: how Goorangai came to be lost, how her crew were failed in the aftermath, and how an official narrative took hold that obscured as much as it explained.


CHAPTER 1

The Origin of HMAS Goorangai and its Crew

The origins of HMAS Goorangai and her crew is a complex story. Goorangai started her life as a peacetime ‘Castle’ class steam trawler, designed in the United Kingdom. The design came about from competing English shipyards to build the most efficient steam trawlers. The class originated in 1908, and was generally 220 to 278 tons displacement. The variation was due to different trawling companies having slight differences to their ordered fishing boats to improve their fishing efficiency and profitability. The peacetime crew of 13 or 14 typically consisted of six deckies, four firemen, one engineer, one radio operator, a master, and a deck officer. Their towing characteristics leant them to an ability to be easily converted to naval minesweeper auxiliaries in wartime. Of the 222 Castle class trawlers built, 217 were used in World War I as auxiliary minesweepers, patrol ships, and ‘Q’ ships, while 125 of the class were requisitioned by the Royal Navy in World War II for use as auxiliary minesweepers.

Goorangai the trawler was borne from a New South Wales (NSW) Government fishing business development project which was first considered in the 1890s to exploit the offshore fishery close to the Australian continental shelf off the NSW coast. Before the steam trawlers, offshore fishing was restricted to a small number of private fishermen, whilst most of the fishing around Sydney was estuary fishing. In 1914, the NSW Government set up a publicly-owned company called State Trawling Company (STC). The aim of the company was to provide fish to Newcastle and Sydney, where the business integrated the fishing, distribution, and sales of their product. David Stead was appointed Manager of STC and travelled to the United Kingdom to investigate offshore fishing methods and acquire ships and crews suitable for the NSW venture. He chose the Castle class ships and purchased three vessels, which were all built by Smiths Dock Company at Southbank in Middlesbrough. These were the Brolga, the Gunundaal, and the Koraaga, which formed the nucleus of a State fleet. They were manned by men from the fishing city of Grimsby, who had been engaged by the State Government to not only operate the fishing boats in Australia, but to teach trawling to local NSW men. Initially the scheme was a success, and during the next few years five more vessels were built: Goonambee, Goorangai, Dibbiu, and Dureenbee at the Walsh Island Dockyard and Engineering Works in Newcastle, NSW (Dockyard ship build numbers 14 to 17 respectively), and the fifth, Bar-Ea-Mul, was built in Balmain, NSW by Morrison & Sinclair shipbuilders. The Bar-Ea-Mul was sold, upon completion, to the Queensland Government. The build was unavoidably delayed due to a shortage of materials during World War I.

The origins of these names are unknown to the author other than to say they are of seemingly of aboriginal origin. The correct pronunciation of Goorangai is uncertain as the author has heard a few variations, but I tend to say the second ‘g’ as a soft ‘g’, as other aboriginal words such as bogong, galah, mulga, wonga and wobbegong have the same soft ‘g’. That said, I really do not know, and accept any corrections and apologise for any error.

For the most part, the Castle class design was that of Smiths Dock Company, and for the small number built in Australia, lofting drawings would have been acquired from the same firm. The Australian ship design team of the four identical trawlers built at the Walsh Island Dockyard was principal designing engineer; W. Kidd, engineering works manager, A. E. Cutler director of engineering and A. M. Bomphrey, director of shipbuilding. During sea trials Goorangai was described, despite a heavy swell, as having proved herself as an admirable sea boat, even in her light trim. The machinery answered all requirements, and the estimate of speed was easily maintained. Goorangai had a tonnage of 194 tons when empty and a displacement of 438 tons when full. She was fashioned with a straight stem, an elliptical stern, and was built on the deep frame system with ordinary floors throughout. Her principal dimensions were an overall length of 126 feet and 3 inches, a beam of 22 feet, and a maximum draft of 15 feet and 6 inches. A feature of her construction, and one unusual in a craft of her description, is that she was originally fitted with high-speed electric generating sets to power her wireless and lighting. A survey in 1939 indicates that this was replaced at some stage by a steam dynamo. Although the wireless was not initially installed, everything was ready for the fitting of a system which was fitted later in 1919 and would have an effective operating radius of 250 miles. By this means, the Fisheries Board were able to direct her cruising, and order her to fishing grounds from which other trawlers may have reported good catches at any particular time.

She was designed for a speed of ten knots. The machinery, all of which was built at Walsh Island, was placed aft. It consisted of a triple expansion engine and condenser running in vacuum. The cylinders were double acting 12 inches, 19 inches, and 32 inches, with a 24- inch stroke developing 400 indicated horsepower. The engine was fitted with reversing gear which enabled the ship to move astern under its own power. Steam was supplied by a Babcock and Wilcox water tube type boiler. The boiler was built with a working pressure of 180 pounds per square inch.

The coal bunkers had a capacity of 120 tons. The coal consumption on sea trials was at the rate of about 18 tons per 24 hours. Thus, she had a cruising capacity of about six continuous days of steaming and a range of 1,400 nautical miles on leaving port. The fish and ice chambers, which were situated forward of the coal bunkers, had a capacity of 60 tons of fish and ice, which represented about 700 boxes of fish. The fishing gear was up to the standard of the most modern requirements of the day. The trawl winch, which was fitted with two barrels, weighed 7.5 tons. The winch was steam powered by two-cylinder double acting pistons of around 100 horsepower capacity. Each winch barrel was fitted with 1,000 fathoms of steel wire for the trawl warps. Also, there were four gallows, two on each side of the ship fore and aft, for the working of the trawl nets. The wooden fittings and furnishings throughout were made from the best Australian timbers. For emergencies, a Type C lifeboat, 16 feet long, was carried above the engine room sky lights.

Goorangai carried a crew of 14. The trawlers were hard worked and sometimes multi-crewed, where the crew would change over when they arrived into port with a load of fish and sail with a different crew after unloading. The routine at other times was to spend 12 or 14 days at sea with two days ashore. The shore crew would unload the catch and do any repairs and bunker up with coal. If there was insufficient time for the shore crew to bunker up, the returning crew would do this. The fishing routine was hard physical work with a routine of work of four hours on, four hours off. All off-watch sailors would be called back to work, to ‘shoot away’, pick up and store and clean the catch. This routine spanned 24 hours per day.

The trawlers were considered to be pretty good sea-boats by their crews, although very wet. Crew comfort was poor, with the galley right aft and the mess room beneath. Sailors would get their food and then climb down the hatchway to the mess room below. There was no fitted head (or toilet), just a seat over a bucket in the engine room. More often than not, toileting was just done over the side from the upper deck. For washing, the sailors would get a bucket of water from the galley to take to the forecastle if they were accommodated in the for’ard mess. By the time the sailors from for’ard got to their mess, they would have only half a bucket of hot water to wash in, but after a couple of days it was claimed they did not worry about washing. They were wet through most of the time so it did not matter. There were no fixed laundering facilities, the best which could be done would have been to use a bucket of soapy water and agitate the clothing with a broom handle. The reason for the lack of washing facilities was, the ship had just a small quantity of fresh water stored in the ships tanks and there was no fresh water making evaporator fitted.

The business plan of the STC was to run the trawling industry on a commercial basis, and at the same time provide consumers with cheap trawled fish through a network of state-owned fish shops located in the main population areas along coastal NSW. Unsurprisingly, this business plan was similar but less complicated to the model running in Britain. To store catches, central depots with large cold storage facilities were erected for example on No. 5 Wharf in Woolloomooloo Bay, Sydney, and in Newcastle. In order to distribute catches, an extensive network of fish shops serviced by trucks was established. In addition, a network of coastal receiving stations or coastal depots, serviced by a transport vessel, were initiated to boost the participation of local fishing communities in the scheme. In the beginning, the species found on the trawling grounds were little known by the consumers, but as state-trawled fish were sold below the price of privately caught fish from inshore waters, a market for these new species quickly developed. As the dual purpose of the STC was to develop a new fishing industry and provide cheap fish for the NSW urban population, this made the STC rigid and expensive to run, and as the ambition of the state-owned trawling industry increased after 1915, expenses also increased.
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Minesweeping in Bass Strait. From left HMAS Beryl (II), Goorangai, and Durraween. Source: photograph from the Sea Power Centre - Australia website courtesy of the Royal Australian Navy.



There were further big developments in the 1920s with the privatisation of the fishing industry. All the trawlers were taken over by three firms, namely the CTC (later known as Red Funnel), AA Murrell, and Caminiti and Sons (commonly referred to as Cam and Sons). The family-owned company, Cam and Sons took up the Goorangai and other trawlers, and had more trawlers built and named them after Caminiti family members (e.g. Olive Cam, Mary Cam, Alfie Cam). Because of the progress made by the three trawling companies, by the end of 1929 the total Sydney-based trawling fleet consisted of 18 vessels, seven of which had been added during 1929. Most of the trawlers were of the Castle class or similar, from 220-278 tons gross, with a crew of 13, who were now paid a fixed rate wage and catch bonuses. The industry expanded throughout the 1920s until falling catch rates of tiger flathead forced the industry to scale down and reorganise. Typical trawl landings went from an average of 400 boxes (12.7 tons) of fish per vessel per week in 1926 to 360 boxes (11.4 tons) in 1927, to only 270 boxes (8.6 tons) of fish per week in 1928.

The Trawling Companies’ Situation by 1939

By 1939, all the known trawling grounds on the Australian South East continental shelf were fully exploited. Trawlers had increased their trawling depth, extended the fishery to the edge of the continental shelf and along the coast to Victoria, and some trawlers were landing catches in Melbourne. The companies’ situation had improved somewhat as the Depression eased off, but the general economic outlook for the industry was still not promising. Cam and Sons ventured into trawling in New Zealand waters and diversified their business by branching out to supply coal, which gave Cam and Sons a competitive edge over the other trawl owners and allowed the company to remain profitable. World War II provided financial relief for an industry that was in decline due to overfishing. The Royal Australian Navy (RAN) desperately needed auxiliary minesweepers to operate from all of Australia’s major ports, and leased the ageing trawler fleet for minesweeping.

World War II, 1939-1945

The outbreak of World War II radically changed the situation of the trawling companies, and brought them out of economic deadlock caused by overfishing and reduced catches. The RAN needed fishing trawlers for minesweeping in Australian waters, spread across the country’s major ports, and had to rely on private companies to supply them. Between September 1939 and June 1942, the RAN requisitioned 12 out of the 14 remaining trawlers, leaving only Bareamull from Red Funnel and Dureenbee from Cam and Sons to supply the fish market. The situation was initially appealing to the trawl owners. The Navy’s requisitions reduced the companies’ burden of maintaining and running aging and tired vessels. The charter hire paid by the Navy provided the companies with a stable source of income, instead of having to rely on the return from fishing the declining resources on the continental shelf.

Steam trawlers were an essential part of Australia’s naval defence and the owners, controlling the only fleet of large trawlers in Australia, used the situation to their advantage. First, they pressed for a significantly higher lease rate than those proposed by the RAN, which was based upon rates given by the British Admiralty to the British trawler companies. The RAN increased the lease rates when they were renegotiated. Further, in 1941 the trawler owners suggested that the Navy buy the vessels outright instead of hiring them, and they assured the Navy that all the trawler owners were prepared to repurchase the vessels after the war. From June 1943 the RAN began to buy all the requisitioned trawlers. As the value of fishing vessels had increased dramatically since the outbreak of the war, the trawling companies gained a considerable profit which they could use to reinvest in newer or improved older trawlers after the war.

Just how significant the profit was can be illustrated by the sale of Cam and Sons trawlers. In 1934, five Cam and Sons trawlers, which were of similar type and age to the ones purchased by the RAN, had been valued at £12,500 in total. In June 1943, the RAN purchased all six steam trawlers requisitioned from Cam and Sons for a total sum of £65,000 Australian pounds (unit price £10,833). By comparison, when the Royal New Zealand Navy needed auxiliary minesweepers, they paid £22,500 for three World War I vintage Castle class trawlers from Britain (unit cost £7,500) in 1939. All of Cam and Sons’ trawlers were by this time between 23 and 30 years old (unit price £2,500), had been continuously used, and at times multi-crewed to maximise their use. Even if the value of the Cam and Sons trawlers in 1934 had been estimated below market prices for taxation purposes, the rise in value between 1934 and 1943 was impressive. Given that the trawlers were old and in need of a lot of maintenance at the outbreak of the war, Cam and Sons made a generous return on their initial investment. If there was a positive side to the outright purchase of the trawlers, it reduced the complications for the war loss of two Cam and Sons trawlers, HMAS Goorangai and HMAS Patricia Cam.

The trawlers were sailed to Williamstown for conversion to minesweepers. The scope of the changes included the fitting of a deck gun, minesweeping gear, depth charge racks, and expansion of the ship’s accommodation. The ships were then distributed to major ports around Australia. With the commissioning of the Bathurst class minesweepers, from 1942 and a reduced mine threat, there was less need for the auxiliary minesweeper, so many trawlers were assigned different tasks. For example, HMAS Beryl (II) was converted to a boom defence vessel. With a declining need for auxiliary minesweepers, the RAN released a second trawler to each of the three trawling companies, to increase their fishing productivity and meet market demand.

After the War

The fishing companies’ financial circumstances improved during the war when the RAN leased and then bought most of the trawlers for minesweeping at very profitable rates. By the end of the war, the industry had somewhat recovered from the long decline during the 1930s. The recovery was not achieved because of a wiser use of marine resources, but was caused by improved market conditions which continued into the post-war period. After the war, increased costs and changes in species composition of catches caused by overfishing forced the steam trawling companies to gradually close down between 1954 and 1961.1 2 3 4 5 6 7 8
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